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INTERSTATE COMMERCE COI ,rl33lON 

REPORT OF THE DIRECTOP OF TPIS 3IPEAU OF SAFETY TIT RE 
INVESTIGATION OF A"T ACCIDENT WHICH OCCURRED ON THE 
CENTRAL RAILFCAD OF NE11"7 JERSEY AT TREIOELER, PA. , 
ON N0VSF3ER 23, 1929. 

February 21, 1930, 

To the Conrussion: 
On N o v e i m m 23, 1929, 1 here was a side collision 

between two freight trains oi the Central Railroad of New 
Jersey, at Treiehler, P a . , which resulted m the injury 
of two employees. 

Location m d netbod of operation 
This accident occurred o^ that warrt of the Lehigh 

and Susquehanna Division extending bemmen 1!?K Toirer, at 
Allentown, Pa., and Mauch Chunk, Pa., a distance of 37.59 
m:les. In the vicmit^ of the point of accident this is 
a double-tracK lire omr which trains are operated by 
time-table, tram orders, and an automatic bloci*:-signal 
system. Tnere is an emtbound r>z ssmg siding located 
between the two m a m tivcks; tnis messing sidm?, ^egms 
at Locigport telegraph office and extends a distmce of 
5,106 feet east̂ nTrd to a nomt I7r- feet west of Treiehler. 
The point of accident was at tne fouling uomt of the 
eastbound mam track with the east en a of tnis passing 
siding, Apnroachmg this point from the west, taere is 
a compound curve to the left micb is 1,936 feet m 
length, with a maximum curvature of 3°, followed by 
3,367 feet of tangent tiack, the arcident occurring at 
the leaving end of thm tangent. The grade is 0.13 
per cent descenaing for eastbound trains. There is a 
spring switch at the east end of the passing sidmjr, 
the normal position of the switch points being for 
through movements on the m a m trac-K. Under special time
table instruct L o n s , trams may trail through spring 
switches without o^erftiri ^he switch stand. 
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The signels evolved are sisals 1004, located 37 

feet west of trie switch at the west end of the passing 
siding, and signal 1002, located 4,603 feet east of 
signal 1004, or 553 feet west of the switch at the east 
end of the passing sidmg. These signals are of the 
3-position, noper-quadrant, normal-clear, semaphore 
type, signal indications being rea, yellow, ana green, 
for stop, caution, and oroceed, respectively. Signal 
1002 can be seen bv the engme^en of an eastbouna tram 
e distance of 1,841 feet. The insulated joints at the 
east end of the massing sidmg are located 356 feet west 
of the switch points, ana not more than 60 feet from the 
fouling point with the eastbound m a m track. 

The weather clear and dar̂ - at the time of the 
accident, which occurred at 5.56 a.m. 

Description 
Eastbound freight tram 011-2, consisted of 28 load

ed cars, 55 empty cars, and a caboose, hauled by engine 
909, and was m charge of Conductor Harrison and Engine-
man Kline. On its arrival at Lockport, this tram was 
headed m on the massing sidmioc at 5.33 a.m., and after 
the departure of eastbouna passenger tram Ho. 102, or 
about 5.51 a.m., the recuired permission was received from 
the tram dispatcher, by mears of the telephone at 
Treichler, to again occupy the m a m track. Tram CU-2 
started aheac , and was pulling out on the m a m track at 
a low rate of soeeo when struck bv trem TJX-6. 

Eastbound freight tram TJX-6 consisted of 80 loeaed 
cars, 5 empty c? rs, and a caboose, hauled b v engine 933, 
and was in charge of Conductor Long and Engmeman Hurt ha. 
This tram passed Lockport telegraoh office at 5.55 a.m. 
and collided with tram CU-2 shortlv afterwards, while 
traveling at a soeed esti farced to have been approximately 
30 miles per hour. 

The indications were that xhe first car struck 
by the engine of tram TJX-6 was the third car m tram 
CU-2, that car being carried eastward a distance of about 
140 feet. The second car in tram CU-2 was demolished, 
and the first car overturned, while the engine of that 
tram broke away and ran dov the tracv for some distance 
without being damaged, the side of the fourth car of the 
tram was slightly damaged. Engine 923, of tram TJX-6, 
came to rest m an upright oosition about 440 feet east 
of the pomt of accident, m s badly-damaged condition. 
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The first nme c^-F err" the ,orw?rc truck o f the tent a 
err m tns train rere derated, sore of tnen rom; down 
rn f n o ^ j ^ i e n i on r^c acuta s de o f the track. 

The e"i )1 ovees injured worc tne fimman end che 
brakeman o f tiain TJX-5. 

Sunnary of evidence 
Head Brakeman Bugar., of ""rain C'J-2, was in tne 

ctboose vben rn s train stooped oi the passing siding be
tween Lockport and T r e i c ^ l r t [ n n n s . He then "irent 
ahead and was at the statioi r + Trembler when tram No. 
102 left th"c point. AfLer j if departuie, be called the 
d:spa Leber on the tel3phone, received permission to fol
low tr.in No. 102, and lfmemdel' gave M s pngmeman a 
proceed sigrml, w chou"1" opening tne switch. This signal 
"ma ecknowlecced hv the engine ran, and the movement was 
started. He L c Br hmmmi Dugan W P J eta ding ner r the 
station on the lef f ciae o f ^he tr rck, writing to board 
his engice as m passed hi'i, m u at aoout the h".c nis 
tram started, ne se~ th'1 h^t climt o r a tram annocmh-
m g on whe ersthound nc in tm-^k. He did not know how f a r 
away it was located at mat i. m e , cay n r that" his view 
had been mterfe^eo 1 t u b to m"e ertert by his o engine, 
but apparently it was close mcug1" to Ct'use him to run 
down to a nearby him^ry m oioer to get out o f tne way. 

Engmeman Xlmc, oi tram a CTT-3, tnougnt tbam when 
his eagmc stopped on the pasrmg n a m ; , i r was separated 
from the fouling point by " distance ,,boiTt equal :o the 
lengtn of the engine amid one oar; it wa.s basis far enough 
so that it cleared the insulated mints, because he said 
he looked baci for that particular "urpoce m a saw signal 
1002 m the clear position. After tram N o . 100 had de
parted, he saw tee head brake ̂ e go to the telephone and 
then give him a signal to proceed, which he acknowledged 
with two short blasts on tne whistle. The trmn started 
ahead, ana when i m engine w<is about over the frog of 
the switch, he glanced back cno saw a. headlight, rerakmg 
to Conductor Harrison, who ,ras on the engine, the-"1" a tram 
was coming. The conductor ^ i~ oner said that the apereach
ing tiam was not ^ o m ^ to s + o o , and Engmeman Klire re
plied that it would e ton, but on i oolum back a g u.i he 
realized thet the conductor T m correct, and he said he 
at once opened tne 1 rrot + le wide, m oioer to get L i r e 

engine o f f the switch so as to rvoid a side collision 
between the two e^-incs. ^hpp tne collision occurred, his 
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engme broke away from tne tram and ran some distrnoe 
down the track, Engmeman Klin° keeping the brake v reive 
m the release position m d tha throttle on en, so as to 
get as fa^ away as possible from the pom+ of accident. 
Engmeran Kline furtner stated that it was the custom 
to depend on tap flarnan to provide protection when start
ing out of e pasbing sidmau It was not the custom to 
call m the flagman when on a sidmy, but on tie other 
hand, the engineman said the f]egman woulo hear the 
vhistlmg and know tnat his tram wan ready to proceed. 
In this particular crte, the on. y whistle signals sounded 
by him were ti'o snort blasts in answer to m e head 
brakeman's signulF, and then t^o longer blasts to indi
cate tnat he waa starting the t̂ ? in. Engmeman Kline 
realised t^at "nth tne spring switch m use at this 
point, he t T F E not afforded arv signal protection until 
his tram moved over the insulated joints, vhereas vith 
a. hand-operated switch he would have had it omened, 
causing the signals to assume the stcn position, before 
starting the movement. The st--tcmems of Fireman Savadge 
brought out nothing additional of l'inortance. 

Conductor H n n s o n , of tram CU-2, said that after 
the tram had started, Ennineman Kl m e looked bach and 
said there was .> train co urn on the stramnt trade. 
The conouctor chen lookec back, at which time nis own 
engine was about on the frog of the switch, and told the 
engmeman mat che tram was no o going to stop, and he 
sana Fnginengn Kline c^en remarked tnat he woula try to 
get the engine for enougn out on the m a m track so tnat 
:t would nor, be struck by tne eoproechmg tram. Conduc
tor Harrison then got off the engine and began fledging 
the apnroaching tiam with nis waite lantern, but realiz
ing that it was too late to rvert en accident, he soon 
got out of the way. Conductor Harrison also stated that 
he had noticed sinal 1002, both before and after traun 
Fo. 103 panned it, and it war- oooratmg properly on both 
occasions, and he also sen it m tha L.top position a.fter 
the accident had occurred. I'e admitted that a fusee 
shoulo have been ensnlcyed for m e purpose of urotectmg 
the head end ot the train when it started to move. It 
further aopeared fiom his statements that he aid not 
thmk the wnstle on his engine had been soundea loudly 
enough to De heard by the flagman, and that his ilegmen 
also told him the engine tram TJX-6 had passed tne 
cagboose before it started to tfove. 
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Fla-gnaii Donlin, cf tram CU-2, said he was on tne 
ground g couple of cr-lengths bach of tne caboose when 
he saw the need lght o" trem mJX-6. He vetched the 
train a s it aporoachea, noving ft a s^eed of 30 or 35 
miles per hour, and said t,r[t che engine was about 
opposite his c^b^ose when his o,rn tram started to no^e, 
and although ne called to the engine ere", it was too 
late to attract thei~ attention. He estmated that nis 
own train r-ioveo a distance oT four or live cer-longchs 
before the accident occur-eo, ana that the bfakes on 
trail TJX-6 were aoplied i^en obout three-fourthe of that 
tram had onssed his cobooce. flagman Do.ilin furtner 
stated that it wes km ornctiee to niece torpedoes and a 
fusee on tne m a m track when nulling out of a sidmg, this 
action being taken either when he is recalled, or "lion his 
tram starts to move, bat m tnis cose he had not neard 
any whistle signals indicating that his tram was about to 
start, and when it fm?lh' did start, it was too late to 
warn the engine crew of tram ^JX-6. 

Engmeman Hurthr, of train TJX-6, said signal 1004 
was m the clear position when hc oassea it, and that 
a clear maication war also displayed by signal 1000 when 
it first came m sight. When he was about 12 car-lengths 
from the signal, moving at a speed of 25 or 30 miles per 
hour, the signal ^en + to 'he stop position, at "hhich time 
he had started to sound the vMstle signal for the highway 
crossing at Treichler. He at once apolieo the brakes m 
emergency, told the heaa brakeman and fireman to n*et off, 
and then got off himself, I U S t before the collision 
occurred. Engmeman Ku^tha h,i" not noticed that there 
was a tram on the passing siding until he heard the 
sound occasioned as his engine T , r as massing it. It was 
his opinion that even if a fusee had been lighted a~~ the 
heao end of train CTJ-2, i fc woule not have prevented tne 
accident, althou^n the resulting damage might hove oeen 
lessened to some ex-ant. The torowmg of the switcn, how
ever, might n-ve caused n.m to receive e caution indica
tion at signs, 1004, m '"hicn . "ent the accment orooably 
would not have occurred. Enginonan Ivlurtnr aid not notice 
anyone near tne switch rir gginr" him vitn a lantern. The 
statements of Fireman Malono^ and H^ed 3rckeman Cutsler, 
of tram TJX-6, wno i ere ridiac on rfe engine, and of 
Conductor Long ana Flagman St0,'^rc, who were n a i \ m the 
caboose, brought out nothing adcitmnal of lnportanoe. 
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Xrain Dispatcher Anthony, m c was on dutv at the 
time of tho cccident, said some memoer of the crw of 
tram CU-2 hex calleo him on the telephone a bone 5.1-9 
or 5.50 a.i. , aid that he told them to follow tram No. 
102 out of treiehler. The last report he had received 
corcernme tram TJX-S was from Palme rt on, which is 
8.27 miles T,Test of Treiehler. Juccing from tris report, 
ho did not expect that the tram would reacb Lockport 
before 6.02 or 6.04 a.m., ana coneeouenmv he saaa 
nothing about it to th° cre'f of tram CU-2, as n was 
his intention to l̂ eep that tram a^eao of train TJX-6 on 
account of a fast fmigbt connection at Al lent own, and 
also as it is no + the practice to mform crews about 
following movements, except or portions of the line where 
there are no automatic signals, tne expectation being 
that movements 'mil be properly protectee accoiann, to 
the rules. Subsequently, however, Dispatcher Antnony 
said it was not the practice to give permission for a 
tram to leave a nfssing sidm- with a following tram 
so close behmci it. 

Operator Nenasen, on dutv at Lockport, mid tram 
TJX-6 neia a. clear signal indication at signal 1004. 
The tram oabred nis office at a meed of about 35 miles 
per hour, ana he saia he heard the air brakes being 
applied after the train bad passed bis office a Distance 
of 30 or 30 car-len^t^s. Operator M^aasen did not Know 
tram CU-2 was going to follow tram No. 102, and bis 
first knowledge of anvthmg v rong was received on the 
telephone after the accident had occurred. 

Conclusions 
This accident was caused by train CU-2 headmr 

out on the m a m tmck without adequate flag protection. 
The evidence indicated that after receiving tier-

mission to occupy the mam track, train CU-3 liras started 
immediately. Since the switch l e m m a the siding was a 
spring switch, winch could be tmi led through without 
operating the switch stand, it â.o not until the engine 
haa fouled the track circuit tnat signal 1002 wa<3 caused 
to assume the stop position. This was the first warning 
received by the engine crew of tram ^JX-O, wmcn ap
parently was close to the simal at the time it charged 
from proceed to stem and although the engmeman of that 
tram at once applied thf° brakes in emergency, it was 
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too late to avert the accident. It also onneared from 
the evidence tba c train CU-P did not Degin to "ove 
until the engine of tram TJX-6 was passing its caboose, 
and this in turn resulted in tne macility of the flag
man of tram OTJ-2 to ̂ arn the crew of tram TJX -6 . In 
r i i c k m p the movement from the nassing s m m g out on the 
m a m track, it was absolutel" necessary for the crew 
0 1 train GU-?, to make sure that their tram was furnished 
with adequate flag protection, the conductor and engine-
man were together on the engine, and on them rests the 
responsibility for not providing such protection. 

All of the employees involved were experienced men, 
and at the time tie accident none of them had been on 
duty m violation of any of the provisions of the hours 
cf service law. 

Respectfully submitted, 

W. P. BORLAND 

Director. 


